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TRANSPORTATION 


An Overview 

Last year's Annual Growth Policy Report on Carrying Capacity 
and Adequate Public Facilities outlined the need for a different 
approach to measure the impact of growth on transportation. 

This section presents a new approach to assess the impact of 
growth on transportation by considering aggregate forecas ts 
of g r owthC^^~to ta 1 transportat io n, service . This con cept of 
total transportation service is made up of tw o - complem entary 
components : forecasted levels of road congestion on a daily basis 
and the rela tive availability of di fferent levels of transit ser- 
vice . The combination of these two components generally defined 
policy areas for which total transportation service is relatively 
comparable throughout the County. 

These policy areas are used in discussing the relationship 
between the growth forecast and the utilization of programmed 
and planned transportation facilities and services. Several of 
the policy are as form a comparable grou p i n that there are gr owth 
t'hreshholds wh ich can be identified, and which are keyed to t he 
ava i labi 1 i ty of p rog ramme d and plann ing, road imp rovements in 
the dev eloping fringe areas . These growth threshholds and k ey 
"trims po rtation improvements are identified in this sectio n . 

In other policy areas, staging threshholds related to transporta- 
tion do not seem applicable, and other policies such as sewer 
availability and master and sector plan zoning help set staging 
threshholds. 

Another important policy application a ssociated with thes e 
inaiy s e s is _ the_ .op portunity to give direct .iQn_to_.the— capita 1 
programming responsibilities of the State and the County . Con- 
s id era tiorf of pending change s in the transportation funding out- 
look of the State in particular, gives a much better picture 
of funding availability than that of the past several years. 
Sufficient funds to provide most of the nee ded State r oads 
within the ap proxima te— curren t level of ex penditures— can be 
available conting ent_jgpon -.exp ected modest increase s in State 
transportation funding revenues. The County capital programming 
process has a relatively short time horizon for considering 
future projects. A lis t of future potential County_ p,rg.iects is 
i dentifie d which ap pears to be within the long term funding and 
administrative capabilities of the. Co unty to imple ment. 
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TOTAL TRANSPORTATION SERVICE CONCEPT 


To better address the measurement of growth on the transpor- 
tation system, a new conceptual approach, that of total 
transportation service is presented. This concept is made 
up of two complementary approaches: forecasted levels of 

road congestion and the degree of availability of transit 
service. The dual consideration of these two components 
results in the establishment of a relatively constant level 
of total transportation service throughout the County. 

I 

The Fourth Annual Growth Policy Report on Carrying Capacity 
and Adequate Public Facilities outlined some of the diffi- 
c ulties wi th measuring transport ation impacts on a subdxvi sion- 
by- subdiv i sion basl sT "Some o”f _ the difficulties related to 
the observation that 1) traffic generated by an individual 
subdivision disperses rapidly and o nly nearby intersecti ons 
can be ana lyzed with some certaint y. 2) for most subdivisions, 
being of relatively small size, the projected increases in 
traffic at even nearby intersections are small relative t o 
t he total traffic, a nd 3) the normal variations in traffic over 
the course of a year are much greate r than the expected 
changes of traffic for individual subdivisions. It was pro- 
posed to i nvestigat e during this year the feasibility that 
im pacts of growth on transportat ion can be better measured on 
an aggregate scale rather than on a subdivision-by-subdivis ion 
basis. As part of that work, it was recogni zed that it was 
n ot just sufficient to examine the aggregate traffic imp act s , 
but that it was n ecessary to consider the leve l of total 
tra nsportation __se rvice to measure the impact of growth. 

There tends to _be variation in the relative level of con- 
g estion which c an be observed throughout the County. The full 
application of the same standard of not exceeding level of service 
"D" at the nearest intersection everywhere -throughout the 
County would tend to result in a situation in which the con- 
centration of congest ion was, somewhat uniformly spread out 
throughout the County . ffrhe ^usual pattern is to have greater c}K 
concentrations of person movement and vehicular congestion as one 
goes toward the center of the region. Therefore, to have 
a dequate capacity, for person movement, one ne eds to look at 
tot al transportation service. When looking at the - level of 
service for transportation as a whole, one can envision a 
constant level of service throughout the County even though 
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there would be variations in road congestion and transit 
service. It is p r oposed that total transportation service, 
as— a _concept . consists of two components: levels of road \\ 

cong estion and jthe ava ilability of transit service. The .} 
co ncep t is that , as one goes toward the center, one can put A 
mo re reliance on _tr_ans.it— while at the same time toler ati ng.-// 
mo re c ongestion on the roads, but that the tot al transporta- 
tion service would remain c onstant .^" Sp^oi~^ic^-di^cus ji o n of 
t hese" comp onenbs— foUraws . 


As proposed in the Fourth Annual Growth Policy Report, in 
order to measure future levels of highway service at an 
aggregate level, ^one needs to rely on a traffic modeling 
approach. Figure 1 is a scnematic of - the basic elements of 
the transportation modeling system used in the Growth Policy 
analysis. This model considers land use and transportation 
relationships on a region-wide basis, with particular emphasis 
in Montgomery County. The model basically uses a four step 
process : 


1) trip generation (the number of trips beginning or ending 
in a traffic zone) 

2) trip distribution (the number of trips between pairs of 
zones) 

3) mode split (the number of auto versus transit trips between 
pairs of zones) 

4) trip assignment (the route taken by auto trips between 
pairs of zones) 


The resultant traffic volumes provide an indication of th e 
t ranspo rtation-S.y.s.tem_d.e mands for any alt ern ative combinati on 
of land use an^ tra nspor tation network assumptions. Based on 
the evaluation of these demands, an additional alternative 
land use and/or transportation network is specified and the 
process is carried through once again. The results of this 
traffic mod eling were exami ned for each of approximately two 
do z e n t f affjLc__sheds— as— shown. ^on_the_. a.t.t a.ch ed C m ip~#TTY^ The se 
traffic sheds are defined generally by the wa^-i-ft-wHich the 
road system tends to function, somewhat enabling isolation of 
traffic in one area from that of neighboring traffic sheds. 

The total traffic in each of these sheds, measured in terms of 
daily vehicle miles of traffic, was examined relative to 
programmed and planned transportation improvements in the 
County and region. Map #2, (not attached in this draft) shows 
the programmed and proposed major road projects of the State 
and County which were examined in this analysis. 



BASED UPON EVALUATION, MODIFY INPUTS 
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Figure TRANSPORTATION MODEL OUTLINE 
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As will be seen subsequently, traffic sheds can be grouped based 
upon aspects of the transit component of the total transpor- 
tation service concept. For purposes of analysis and presentation 
estimates of the trend in road congestion levels and totaX- txa^e l 
have been summarized by those groups of traffic sheds .CL jlap No. 
shows the pattern of these trends for approximately 9 areas in the 
County. Each set of bars on the map shows the absolute increase in 
total daily vehicle miles of travel (VMT) on all of the roadways 
in the area. The height of the bars is proportional to the percentage 
of the total VMT, in each time period, which is operating at a daily 
volume to capacity ratijO^h-ieh-^generally corresponds to the highway 
level of service D/E. patter?? shown by the map is that most 

of the current and future' travel occurs in the more urbanized portions 
of the County an~a~in~th e~2~70 and Route 29 Corridor s. The - pattern' 
also shows that for most areas, ^significant increases in con - 
gestion are expected to occur in the first time p eri od. Further, in 
th «q spcond time p eri od, the level of highway congestion is expec ted 
to stabilize ~p r_improve_ a s new t rans.po.r.ta.t±Qn_im provement s are 
im plement ed /j^The pattern a lso shows that as on e heads towards the 
center o f there gion the a g greg ate level,. of...highway "cbrfqestion 
tends to' increase. In order to gain a better understanding of how 
this relates” to the total transportation service, it is necessary 
to give consideration to the transit components of this concept. 


Itep No. y shows the pattern of transit service availability according 
to thre'^ominant mode of access to the Metrorail service for each area 
of the County. Four distinct types of service areas are shown 
on the map: 


1 ) 


areas in the immediate vicinity of the station where 
walk access is the dominant means of getting to the 
regional transit service. 


2) areas within a few miles of the station where the 
dominant mode of access is the community bus service 
such as the Ride-On service currently operated in Silver 
Spring, or collector buses operated by the Transit 
Authority, or kiss ’n’ ride drop offs. 


3) areas somewhat distant from the station but for which 
there is expected to be collector and regional bus access 
operated by the Transit Authority as well as heavy reli- 
ance on park and ride access, and 

4) areas which can generally be expected to be outside of the 

\ location which can be served by direct transit access in which 
only park and ride access would be available. 
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The /pattern^shown by this map of transit service availability 
has a~-gen-e'ral relationship to the previous map of road congestion 
levels. The areas in which walk access and community bus are the 
d ominant modes of access generally co rresponds - to those a r e a s 
which have higher levels of road congesti on. It is also of interest 
t cT~examine the pattern of how much of the County's existing and 
forecasted development is located in each of these transit avail- 
ability areas. The existing distribution of households and employ- 
ment in the County when aggregated by these transit avail- 
ability areas shows that approximately 15% of the households are 
within walk access, 52% within the community bus service area, 

28% within the regional bus area and only 5% needs to solely rely 
i upon park and ride access. Employment is much more concentrated 
relative to transit with 46% of current employment within walk 
I access, 32% within community bus access, 19% within regional bus 
access and only 3% needs to solely rely upon park and ride access. 


% i 


Chart 


Cha rt 2 shows the increment of forecasted household and employm ent 
growth by transit a vailability service areas for the Shady G rove 
line service area, t he Glenmont lin e se rvice area a nd the total 
C ounty . As in the case of existing development , more employment g rowth 
is expected in th ose areas which have a higher level of transit 
% I 'eft av ailabilit y" For example, almost 3/4 of the employment growth, in 
' each of the next decades is expected to be within areas served by 

the walk access or community bus access areas. Household growth 
is less related to the high level of transit availability with 
C” about 43% being the corresponding figure for the first decade of the 
*>' 7 ‘ forecast and 27% within walk or community bus access in the 1985-1995 

c^ 0 period. However, almost 90% of household growth in the first decade 

is within areas served by at least regional bus and the corresponding 
figure for the second decade is somewhat more than 75%. Con- 
^ sequent ly , it can -be— g eneralized that here in Montgomery Coun ty 
Ji that existing and- forecasted growth in housing and employment is 
^~-___jp'generally well served with some form of transit availability. 


\Cfi 
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If a map of the traffic sheds is overlayed on top of the map of 
transit availability areas, there appears to be a general correspon - 
d ence between the traffic shed boundaries and the transit avail- 
ab ility areas, . Those areas which have the highest levels o f ^transit 
availability, walk access and community bus access, tend to also 
be~fKbse~areas which ha ve higher levels of total VMT as~~we ll as 
highex^per.centage s of that travel in more congested conditi ons . 
me g enera” type s of policy areas can in part be defined by the 
bring mg^tog ether of the highway and transit components of the 
transportation service concept. This definition of policy areas 



GROWTH IN HOUSEHOLDS 
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also account s for other general planning requirements in the 
C oujit%-Such as__the _ sewer ser vice areas and rural zone areas . 
-'Map No. 5\shows the pattern - ” or these policy areas according to 


-f.i.v.e-'-'following component mixtures of the transportation ser- 


vice: 


I Outlining non-sewered areas without direct access 

to regional bus service and where the highway service 
levels should not be worse than level D. 


II Developing fringe areas which have transit service 
in the form of regional bus and/or commuter rail 
access and for which the aggregate level of con- 
gestion may go up to 40% of the peak VMT. 

III Areas having a full range of transit, but less frequent rail 
service, for which the aggregate level of congestion 

may range from 40-55% of the peak VMT. The rail 
segments north of the Beltway on both the Shady Grove 
and Glenmont lines are planned to have half the 
frequency of service as those segments south of the 
Beltway. 

IV Full transit service areas for which the aggregate 

level of congestion may range from 55-80% of. the 
peak VMT. i v 

V Areas generally beyond the County within the District 
of Columbia which have full transit service and for 
which expected programs for disincentives of automobile 
use will be applied and for which the aggregate level 
of congestion may go to more than 80% of the peak VMT. 



rvr\ V j-cvci- 

BY 7VU<ZY AttAS 
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Previous discussion has developed the underlining rationale for 
the concept of categorizing different areas of the County based 
on total transportation service. These categories have been 
identified as Level I through Level IV. The following is a brief 
discussion of each type of area, the specific locations identified 
within each type, and the relationship between the type of area 
and the staging plan. 


CLeveiT 


I Area 


The Poolesville and Damascus Policy Areas have been identified as 
Level I areas. In these outlying fringe/non sewered areas, there is 
ba sically no transportation capacity constraint on ~the~devei-opm git 
f orecasted to 1995 . Localized projects to improve roadway safety, 
design standards, and/or intersection capacity may be needed based 
upon particular project proposals. Level I areas are therefore 
limited by zoning and/or sewer policies. 


Level II 


The Potomac. 1-270 Corridor. Olnev, and Colesville PolicA^Area s 
h ave been identified as Level II areas . In these developing fringe 
areas, growth is limited by the transportation system capacity. 

Bv analyzing projected daily traffic and levels of congestion on 
critical road links within these areas, key road improvement p ro- 
j ects and corresponding growth threshholds have been identi fied . 

For each of these policy area s, threshhold growth limits and 
dritical im provement projects are shown on the diagrams following 
this section. 


Level III and Level IV 



f The Kensington-Wheaton and North Bethesda Policy Areas have been" 
(categorized as Level III areas. Bethesda and Silver Spring-Takoma 
Pa rk Pol icy Areas hav e been identified as Level IV areas. ^ jEh&ge~ 
areas __afe~~gen - eTa~liy r ~cha racteriz ed by rapid ra il "transit and /p r 
commuter rail syst em, extensive rea ional_a nd neighborhood bus^ sys tem s , 
an d" a significant roadway infrastructure . In these areas, t he 
analysis-indica ted a general stabilization in th e__hi.ghway__ component 

of the transportat ion service after 1985. It— w.as— theref ore— determined 

that the sector plans p repared f or each transit station would serve 
as the ^ jiideiine and limitatio n— on— growth in these areas. Transpor- 
tation Systems Management analyses and projects for "hot spots" 
will address localized problem areas. 
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The f ollowing graphs portray threshho ld— llmita-t-i-on-s— aqa-inst an 
« 4 rea's h istoric and foreca sted dwelling unit growth over time. 
Threshhold limitations are illustrated by horizontal line segments 
which can be translated on the vertical scale. The vertical scale 
is in terms of thousands of dwelling units. The horizoptal^scale 
is time. There are three possible quantity limits .CD" ^ pelin ^" is 
a shorthand term for the sewer development pipeline. It includes 
all units which have obtained sewage treatment approval. The 
approval is for use of WSSC, City of Rockville, or private plants 
and is reflective of the situation as it existed in September, 1978. 


The ^staging threshhold " is the second quantity lim it. This limit 
is a Korizon-tai-d'ine^ identified by the initials "ST. Staging thresh- 
holds only appear on the graphs where they are applicable . This 
threshhold can be more than one line segment with a higher line 
in latter years. The first threshhold represents Stage I o r the 
amou nt of growth whi ch can be accommodated by either exi sting 
t ransportation~~facmties or those programmed for constructio n by 
19-8S-J- T he jump in threshhold (called Stage II) is due to th e 
expected i nclusion of various trans portation cap ita l projects into 
the, construction pro gram after 1985. The threshhold jump would 
move in time— to reflect the actual change in the construction pro- 
gram. Tl^^^third) and highest quantity limit is the zoned capacity. 
This illustrates the maximum feasible development under existing 
approved zoning. 

Historic growth is portrayed by the line between 1970 and 1977. 
Between 1977 and the year 2000 the three lines (other than the 
quantity limit lines) represent low intermediate and high forecasts. 
When the forecast lines intersect with the quantity lines, it is an 
indication that the forecast will be affected, should the quantity 
limit become a firm constraint. 

The chart to the right of the graph reflect the number actually 
graphed for the low, intermediate, high forecasts and the staging 
threshhold where applicable. The numbers are additive to the 
existing situation in 1977. All of the numbers are cumulative; 
that is to say that the quantity in the early periods for example 
77 to 85 are included in the later periods: 77 to 90. 

Should the sta gin.g_conce pt be adopted, it is our recommendation 
that _the accounting . process be carried out at the geographic le v e 1 
called traffic shed s.. These are areas within which there are 
relatively uniform trip chacteristics. In total there are 24 such 
traffic sheds. For the purposes of simplificati on, the graph 
herein reflect policy area information. If or whe n a staging 
threshhbld~is app roached, reference must be made to the detai led 
txa'f ~fic~ s h ed charts, which are similar fo~th~e'se~poTicy area charts. 



LEVEL I AREAS 


roucy 6:Tfaowg&v\LLE 



“POLICY ALB^f3^MASCU5 



Wit 


WB* 


Mo /wr 


tobo 


t«ar 


FORECASrS 



Low 

Inter- 

Mediate 

High 

Staging 

Threshold 

77-85 

280 

350 

700 

N.A. 

77-90 

620 

800 

1200 

H.A. 

77-95 

790 

1000 

1700 

N.A. 

77-2000 

1030 

1300 

2000 

N.A. 


Zoned Capacity From 1977 t 14600 


Existing Dwelling Units 

In 1977 1 Z2JL£ 

* 

Pipeline! 


FORECASTS 



Low 

Inter- 

-MediaPe 

Hi gh 

Staging 

Threshold 

77-85 

1150 

1650 

2700 

N.A. 

77-90 

2300 

3250 

4500 

N.A. 

77-95 

3000 

4200 

5800 

N.A. 

77-2000 

3650 

48 50* 

6950 

N.A. 


Zoned Capacity From 1977 t 27100 


Existing Dwelling Units 

In 1977 1 5769 


Pipelinot 


443 




LEVEL II AREA 



FORECASTS 


Inter- ' Staging ' 

77-85 

77-90 

77-95 
77-2000 

Zoned Capacity From 1977 1 12400. 


Low Mediate High Threshold 


1500 

1650 

3000 

1700 

2100 

2500 

4000 

5000 

2700 

4350 

4500 

5000 

3000 

4750 

5350 



Existing Dwelling Units 
In 1977i 

Pipeline t 


5458 

1479 


STAGING THRESHOLB DISCUSSION 


The Olney Policy Area corresponds directly to the Olney Planning Area. ,P.a s ed_Qn— cuxjren 1 1 y 
programmed improvement projects, a na-l-ysis_^i nd-i-ea-tes^th a t a limit of 1,700 a ddit ional 
dwelling" units be established f or ^St age I? ) Stage TI>, with the widening" of Georgia 
Avenue (Md 97) ^to a four-lane divided Hi ghwayBe' tween Norbeck Road (Md 28) and Olney- 
Laytonsville Road (Md 108), a ceiling of 5.000 addi tional dwelling units is_ re.commended. 
This limit slightly exceeds the currenfly zoned capacity of 4,500 dwelling units. The 
Georgia Avenue project, which is pending approval to initiate project planning, could be 
constructed within the 1985-1990 period. 



LEVEL II AREA 


POUtCY AUt4 1-270 C QgKlDOi; 
Zet<FS» 


FORECASTS 




Low 

Inter- 

Mediate 


Staging 

Threshold 

77-85 

7800 

10100 

14100 

19900 

77-90 

12500 

17600 

23350 

19900 

77-95 

14750 

23550 

31300 

33400 

77-2000 

17450 

28950 

37900 





Zoned Capacity From 1977 s 6£200 

Existing Dwelling Units 
In 1977s 

• • 

Pipelines 


22991 

17232 


STAGING THRESHOLD DISCUSSION 


/Th 

x|2a 


'he 1-270 Corridol: Policy Area is composed of the Germantown Planning Area (subdivid^d-sinto 
ast and West components) . the__Gai.thersburg Planning Area, and t he Clarksburg Planning Area} 
I n the Ger mantown Eas t are a, analysis indicates that the current roadway— system~can— accOTn^-^ 

( modate a _Staqe I limit of 1,500 additional dwelling units. The gTt agg^X l limit of 8,000 
j dwelling units, which is we ll beyond the_forecasted growth of 1, 650^ dwelling units, will 
| require the widening of 1-270 and Frederick Avenue (Md 355) and the extension of the Eastern 
(Arterial from Montgomery Village Avenue to Ridge Road (Md 27). 

In the Ge rman town West area , the analysis identified afstage ^ threshold of abou t 3,000 
additional dwelling units. Since this threshold is wellTHSelow the__6~,_500 dwelling u nits 
com mitted by existing sev^ejc^authorizations, a sewer recapture policy must be stressed in t he 
interi m period T The stjage r^^im~r^f -9T00'0~ dwe 1' l~i ng units is predicated on the construe- 
tion of Great Seneca Hi^way^as~~a~fgur lane divided highway and the widening of eit her 

Ge rmantown Road ( Md 118) or Clopper Road (Md 117) depending upon the location of specific 

development— proge^ct s. " ~ 

There are no staging elements recommended in the Clarksburg or Gaithersburg Planning Areas 
since the analysis has shown that currently programmed projects will adequately accommodate 
the forecasted growth during this period. 
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LEVEL II AREA 


TOUCY 


• swrt -»»■*►* ■ 


I eOHBpcAnacity 


FORECASTS 


Inter- 

Lov_ Mediate High 


I 

O 

I 17600 

Z. n-< 


77-85 


77-90 


77-95 


1950 1 2700 


3150 | 4450 


4500 


7000 


4350 1 7550 I 10300 


77-2000 1 57501 9700 I 12250 


W.A. » 
23900 
iy.A, * 

23900 

jy.A. » 

23900 

N.A> * 


Zoned Capacity From 1977 : 23900 


mr 


STAGING THRESHOLD DISCUSSION 


Existing Dwelling Units 
In 1977 i 

Pipeline t 


14911 


4797 


The Colesville Policy Area is composed of the Cloverly Planning Area and the Fairland 
Belts ville/Coles ville-White Oak Planning Areas. In the Cloverly area analysis o f peak hour 
a nd daily traffic projections indicates that with the current transportation system plus 
programmed improvement projects, a limit of_l. J _0_Qi) additions I ndwelling units shonl d be set 

Stage II\ with the widening of New Hamp shire A venue (Md 650) to a four 
lan^j3±v£ded h i ghway-b'e't'we e n Randolph Roa d and Bri g.qs_Chanev Road, a ceiling of 5, 000 
addit ions 1 dw elTing unlts T ~i's rtrcomme nd e c . 

In the remaining Plannin q~A~re as, no transportation staging elements, are recomme nded. This 

is based on ^ detailed anal vs.is__of.__tke_ _traf f ic demands along Route 29 which showed that a 
ma m^y_^f-trip^_alon.g_thls_.road.-o. r:iqinate in Howard C ount v and that local' development 

constraints have — only — in inor impacts in this corridor . Although . there is no staging element 

in this sub-area, it is stro ngly recommended that project planning for the widening of 
Route — 29 . — to a six — lane divi ded highw ay from New Hampshire Avenue (Md 650) to Briggs Chaney 
Road begin as soon— as— poss-i-bl-e-r 



LEVEL II AREA 



FORECASTS 



Low 

Inter- 

Mediate 

% 

Hi gh 

Staging 

Threshold 

77 -85 

3300 

4650 

5700 

3800 

77-90 

5100 

6750 

6500 

3800 

77-95 

6050 

8800 

8300 

10800 

77-2000 

6950 

10350 

10550 

10800 


Zoned Capacity From 1977s 17J>00 

Existing Dwelling Units 

In 1977s 1 30j}4 

Pipelines 6±85 


STAGING THRESHOLD DISCUSSION 

PlanninrAL^^T j\ Compo ® ed of the Potomac Planning Area and the Travilah/Darnestown 

Planning Areas. Jn the Potomac Area analysis based nn .current tranan orf.fi., system plus 

C t s indicate.s^-^ijl-^4.imi.t of l.lo^N additinnaT dwelling units 
5^800^ which is equivaletvt~T^tlTe~~cTIrreTrt~zo^ed capa city of this area 
is pred^-eated on the construction of the following project s : ' 

Oa) River Road (Md 190) from Seven Locks Road to Falls Road (Md 189) - widen to a four 
\ lane divided highway; 

;b) Democracy Boulevard East from Gainsborough Road to Kentsdale Road - construct a two 
' lane arterial roadway; 

c) Montrose Road Ext. from Seven Locks Road to Falls Road (Md 189) - construct a four 
lane divided highway; and 

Falls Road (Md 189) from River Road (Md 190) to 1-270 - construct a four lane divided 

) 2 lghW ? yy — Seven Locks Road from River Road (Md 190) to Montrose Road - widen to a 
* four-lane facility. 

In the Travilah/Darnestown area the recommended Sta ge I limit is 2 f 'oo^\ additional dwelling 

5 n 000 *dw 2 u S ^ truction of^the-^oj^owing projects will increase this limit to approximately 
5 , 00Q^ dwe4-Ling^un.i-fes rn ^Stage 33 : 1 

a) ^L^^ e u OCated from Reseairch Blvd to Muddy Branch Rd - construct a four lane 
divided highway; 

b) Route 28 from Muddy Branch Rd to Quince Orchard Road 


Id) 
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LEVEL III AREAS 


Touty AK66 ; KsMaiMgroM - Wm iATtm 



yuMt 



FORECASTS 


77-85 

77-90 

77-95 


Inter- 

Low Mediate High 


24j00 3500 

4i50 5900 

5150 7050 


77-2000 5950 8700 


6100 

8600 

11400 

12850 


Staging 

TtiresJ^oLd 

W ♦ A . 

y.A. 

N.A. 

I 

N.A . 


Zoned Capacity From 1977i 19100 

Existing Dwelling Units 

In 1977$ 26410 

* p t 

Pipeline* 5784 




LEVEL IV AREAS 


y .-ponty AREt. ! TS luvVt S pd W i e. 



FORECASTS 



Lot/ 

Inter- 

Mediate 

High 

Staging 

Threshold 

77-95 

200 

250 

700 

N.A. 

77-90 

1210 

3050 

4650 

N .A. 

77-95 

2590 

4700 

6900 

N.A. 

77-2000 

3750 

6250 

8700 

N.A. 


Zoned Capacity From 1977 t 9000. 

Existing Dwelling Units 

In 1977t UMl 

Pipelinet 399 


ToUC-Y A1CSA»£ 


^eTWC31>A 




— SHCCT TWH- 


4* 


u-4 



w« 


/? fo ***** (coo 


K) 

•. H 

FORECASTS 


77-55 
77-90 
77-95 

♦ 

77-2000 

Zoned Capacity From 1977 t 8700 

Existing Dwelling Units 

la 1977t 33232 


Inter- Staging 

Lo** Moc fiate High Threshold # 


1750 

2900 

3300 

N.A. 

2750 

435.0 

4800 

N.A. 

3600 

6900 

6900 

N.A. 

4400 

8650 

8650 

N.A. 


I9TO 




r*A»«. 


Pipeline i 


271$ 


DRAFT 1-19-79 





22 


DRAFT 

1-19-79 


CAPITAL PROGRAM DIRECTION 


An important feature of the Adequate Public Facil ities rev iew 
\J i ^to give direction to the State and County in carr ying out 
^ t£eir responsibilities for capital programmin g and implementatio n 
q f^txanispgrtablon i m prov em ents ^ irTtfie - recent years, this direction 
has focused at needed program funding levels as well as the need 
for individual projects. _ With rega rd to the Stat e funding outl ook, 
the picture is brighter than thos e of the past several yea rs, 
a l th'ough~~actu a 1 delivery of needed~~improvements is conting ent 
upon modest increases in State transportation revenues. Some spe - 
c ifTlc . recommendations "foF priority pr ojects for in itiation of 
proj ect planning are given . Direction to Co unty capital programming 
^~is also given in terms of a listing of potent £al~futu re projects^ 


State and County major road expenditures were examined for the 
recent past, the -curre nt program, and as accordance with longer 
term plans. (^Kart #y bresents these tre n ds in average expenditur es 
for three funding programs of the State: f) interstate , 2) primary, 
and 3) secondary and special projects, as well as the trends for 
major county road expenditures. The chart also shows the sources 
of information for the various time periods. The future expenditu re 
levels for __the— intersba.te_and-p rimarv programs are based upon MdDOT ' s 
p roposed Pan sol idated Transportation Program and their rece n t ly 
ad opte d Maryland Transportation Plan . This plan examined the issues 
of Statewide transportation funding needs and what levels of future 
expenditures may be within the capabilities of the Maryland Depart- 
ment of Transportation. The total departmental long range fun ding 
lev el of $6.9 bil lion._has— been t argeted whi ch_a.ltho.ugh som ewha t 
V/.m ore than half of, .tot al Statewide transportation needs o ver that 
^p eriod, n evert he less -all ows for the funding of interstate and major 
pri mary p roiects_wi.thin_Mon.tg omery Coun ty. That long t erm funding 
level is _assoda-ted— w-i-th_ .what is termed Category 3 projects which 
a re id en tified in the Plan as those beyond the current cap ita 1 
program which seam implementable within the next 20 year period. 
Included ' among ^the—Ca-tegor. y_ 3 project is the Intercounty Co nnector/ 
Rockville Facil ity— wh ich— i-s— soon— to- beg in project planning . 


The expenditure levels in the State Secondary Program and the 
County road program is — keyed to the list of State and County projects 
which are given i^T Chart #4~T) That cha rt identifies the groups of 
^projects in two t imb~periods beyond the current capital progr ams, 
€hat~‘for 1985-1990 and 1990-1995. T he tota l dollar estimate for 
A ixt^iementih g those projects is "also indicated on that chart and it 
erf has— been.- used to derive the a vera ge l evel of expenditures shown in 
Chart #.3_f.QrL_the_S-ta-te— Secondary and Road Programs^ 



Millions of Dollars of Annual Capital Expenditures in 1978 Dollar 
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CHART #3 PROGRAMMED & PLANNED MAJOR ROAD EXPENDITURES 
BY STATE & COUNTY FUNDING PROGRAMS 




Study 


Pro j ections ■ 





1985 1990 1995 


^-MdDOT/MTP & Needs Study plus 
M-NCPPC Staff Pro jections*-| 




Chart. #4 


PAST PROGRAMMED & PLANNED EXPENDITURES ON STATE & COUNTY MAJOR ROAD PROJECTS 
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MARYLAND STATE HIGHWAY ADMINISTRATION PROJECTS 



1985 -*?M. ?) 


Interstate 1-495 j 1-370 Connector 

1-270 Inter- ($51.6 1-270 Widening to 

changes ] Mont. Vill. 

. Falls & I 

Montrose ! 1-495 Cabin John 


Primary 


1-495 Cabin John 
Br. 



Safety & Noise $20.0 
Projects 


Spencerville Rd.$ 5.3 ICC & Rock. 

Facility 

US 29 to Briggs 
Chaney 


Rte. 108 

Eastern Arterial 
Rt. 124 Relocated 
New Hamp. Ave. 

Rt. 28 Relocated 
River Road 


14 Projects in 
Program for 
Constr. 

$43.0 

Special Projects 

$31.5 



s) 


Beyond 1995 



ICC & Rock. 


Facility 

?12L0 

US 29 to Briggs 

^ 

Chaney 

$ 2.* 




Clopper Road 
Norbeck Rd. Ext. 
"Rte. 168"^ 



MONTGOMERY COUNTY DEPT OF TRANSPORTATION PROJECTS 


Current 
Capital fr 



Beyond 1995 


15 major 
projects in 
for constr. 

9 transit 

access 

Great Seneca 
Fields Rd 
Muddy Br Rd 


9 transit 

access 


Great Seneca 
/Fields Rd 
/5 Muddy Br Rd 


Seven Locks 
Gude Dr 
Briggs Chaney 
Needwood 
Gaither Rd 
Fields Rd 
Good Hope Rd 
Seminary Pi 


Ritchie Pkvy 
Democracy Ext 
Tw inbrook Pkwy 
Randolph Rd 
Aspen Hill Ext $18.4 


t Emory Ln 

Middlebrk Rd 4 
Watkins Mill Rd 
Nicholson Ln 
Exec Blvd Ext 
Edson Ln 
Strathmore 
Fairland 
$10.9 Good Hope 


Other Projects $ 7.6 


• nA 
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The State Secondary Projects^are basically those associated with 
Category 3 of the secondary road program and Maryland Transportation 
Need Study. They have been grouped in this relative implementat ion 

Apriority based^u pon the ana l yses— cjgnduct_ e d for these — studies . The 

number erf” projects indicated also reflects the administrative limita— 
T i o ns of the Maryland Department of Transportati on to only initiate 
* o ne or tw p_ new— project— planning_jstudies_in.^any given year. The average 
level of programmed expenditures of approximately $14 million per 
year reflects the combined expenditure efforts of the current fourteen 
secondary projects in the program for construction and the numerous 
special projects. It is expected that the funding effort on the 
special projects program, which is currently at a very high level, 
will decrease in later years of the program and in future years 
beyond the program, and that the total level of expenditures would 
become available for the secondary program. 


^ ^^ /The funding levels identified in t he Maryland Tr anspor ta tio n Plan 
S^'\/'are predicated upon_the_de partment receivin g modest increases over 
the next 10-20 years in some _of their maj or revenue so urces, in 
particular the gasoline taxes . To the extent to which suc h revenue 
^ Oincr ea ses_do n ot come abo ut, i t may put in jeopardy the availability 
of some of the needed transportation projects identified_as key 
proj ects— in— the staging threshhold .analyses ~o~f the previou s section . 
Cons equently, continued attention and support sho uld be given to 
assuring t hat th ere_are-adequa.te-r.eso_ur_ce s ava ilable to ~~the~Mar yland 
Departme nt of Trans p orta tion to provide needed public facilities on 
a timel y basi s here in . Montgomery -County . 


With regards to theQ County capita l^ program for major road construction 
there is a greater number of proiec_t s_identified in each of the future 
time periods. This reflects the general observation that County 
road projects are usually smaller in scope and dollar expenditures 
than State road projects, and that the County has the administrat ive 
capa bilit ies — of initiating approximately two or more major new projects 
on the average each year. ~~~ 


The current average level of expenditures indicated in the current 
capital program is approximately twice the average level of expen- 
ditures experience in the past 5-6 years. The projects identified 
for future County programs have a total average level of expenditure 
in each of the two time periods which is somewhat less than this 
programmed level of expenditure. More discussion on future County 
capital projects is given later in this section. 
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Newly e nacted procedure s governing MdDOT^ project planning and 
'capirenT programming require that local elected officials 
establish the priority order for the secondary system project 
planning starts from among projects listed in the Needs Inventory. 
Given that this is a transition year in the implementation of 

this new law, t he P banning B oard. i n transmitting its comments to 

the _ local elected officials on this aspect of the Consolidate d 
Transportation Program, gave a somewhat limited set of projec t 
\ _ planning priorities . It was recommended that for the proposed budget 




year project planning should be initiate d on the widening of 
G eorgia~~ A venue -from—Norb. eck to ol ne y . T his project is the ke y 
pro ject f o r the Olney Po 1 i cy Ar e a whic h wo uld enable growth to 
occur up to the l^vel_being_ considered in the proposed Master 
Elan-. 


PC 


ft 


The new procedures for establishing a priorities list of secondary 
system project planning starts is not yet fu lly- operational in 
this year of transition, pending the establishment of a County 
Needs Inventory next year by MdDOT . T he Planning Board fe l t th at 
j-t was necessary to give some interim direction to_the local 
e lected officials, as well as to the State off icials regarding 
priority pro ject s _f. or whic h the y s Ho ulcPbe gTn preparing draft and 
final — sys.tems— planning .reports during the coming year. Based 
u pon the staging threshold analyses discussed" above, th ree key 
p rojects wer e ident if ied and recom m ende d' which" were : (an the 
widening of New Hampshire Avenue north of - Randolph Road to 
Bonifant Road^^^p Md 28 Relocated from 1-270 to Quince Orchard 
Road and(|?^ the widening of US 29 from White Oak to Briggs Chaney / 
Road. Subsequent recommendation for priority for other State / 
proj ects will be made in conjunction with the development "of" the 
ini'fial Needs I nyent ory that MdDOT is requir ed~~fo"~prepar'e~~hext year. 



St ate legislation and practices of the MdDOT has institutiona lized 
procedures whereby long er term ide ntific ation of need ed transpor- 
t at ion projects, beyond thos e c urrently programmed can be carried 
Other than recommendations stemming fro m indivi dua 1 1 y 
prepared area master and sector plans, and adequate public facili- 


t x es reviews, there is basically no inst itu tionalized means to 
Iden tify over the long term future road p rojects for inclus ion in 
t he County's capit al, prog ram. This is (con fo unded by the general 
observation that County road projects tend to have a shorter 
implementation time span and a lower expenditure level than the 
average State road project. There is a tendency to have expendi- 
tures for projects in the earlier years of the Capital Program and 
an apparent h esitation to-identlfy needed p roje cts in th e latter 

years of the Program. Cons.eq.uen.tl.y there_is_a_ ne ed to “have a 

p rocess with a longer term and County-wide f ocus whic h can identify 
potential candidate pro j ects to poss ibly be in cluded in future 
Capital programs 


